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(57) ABSTRACT 

A vehicle component mounting arrangement is provided with 
a motor, an inverter, a converter and a drive power Supply 
battery. The motor serves as a vehicle drive source. The 
inverter is electrically connected to the motor to Supply a 
drive current to the motor. The inverter is vertically arranged 
above the motor in a vertical direction of a vehicle. The 
converter is arranged inside a motor room of a vehicle. The 
drive power supply battery is electrically connected to the 
converter with an electrical harness. The drive power supply 
battery is arranged outside the motor room on a side of the 
motor room that is closer to a vehicle cabin. The converter is 
further arranged between the inverter and the drive power 
supply battery with respect to a longitudinal direction of the 
vehicle. 
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1. 

VEHICLE COMPONENT MOUNTING 
ARRANGEMENT 

CROSS-REFERENCE TO RELATED 
APPLICATIONS 

This application is a U.S. National stage of International 
Application No. PCT/IB2010/000792, filed Apr. 10, 2010, 
which claims priority to Japanese Patent Application Nos. 
2009-098779, filed on Apr. 15, 2009 and 2009-168966, filed 
on Jul. 17, 2009. The entire disclosures of Japanese Patent 
Application Nos. 2009-098779 and 2009-168966 are hereby 
incorporated herein by reference. 

BACKGROUND 

1. Field of the Invention 
The present invention relates to a vehicle component 

mounting arrangement for an electric Vehicle. More particu 
larly, the present invention relates to a vehicle component 
mounting arrangement having a connection between a con 
verter and a drive power supply battery. 

2. Background Information 
Electric vehicles often include an electric motor, an 

inverter and a converter that are mounted in a motor room. 
One example of such an electric Vehicle is disclosed in Japa 
nese Laid-Open Patent Publication No. 7-156826. In the 
mounting arrangement of this publication, the motor, the 
inverter and the converter are vertically arranged in this 
sequence from bottom to top in the motor room with a drive 
power supply battery is installed below a cabin floor of the 
vehicle. 

SUMMARY 

It has been discovered that with the conventional structure 
presented in Japanese Laid-Open Patent Publication No. 
7-156826, since the inverter and the converter are stacked 
above the motor, the position of the converter is far from the 
drive power Supply battery and a harness used to connect the 
converter to the drive power supply battery needs to be long in 
a longitudinal direction of the vehicle. 

In view of this above mentioned need for a long harness, 
one object is to provide a vehicle component mounting 
arrangement which enables the length of an electrical harness 
connecting a converter to a drive power Supply battery to be 
shortened. 

In order to achieve the aforementioned object, a vehicle 
component mounting arrangement is provided that mainly 
comprises a motor, an inverter, a converter and a drive power 
supply battery. The motor serves as a vehicle drive source. 
The inverter is electrically connected to the motor to supply a 
drive current to the motor. The inverter is vertically arranged 
above the motor in a vertical direction of a vehicle. The 
converter is arranged inside a motor room of a vehicle. The 
drive power supply battery is electrically connected to the 
converter with an electrical harness. The drive power supply 
battery is arranged outside the motor room on a side of the 
motor room that is closer to a vehicle cabin. The converter is 
further arranged between the inverter and the drive power 
supply battery with respect to a longitudinal direction of the 
vehicle. 

BRIEF DESCRIPTION OF THE DRAWINGS 

Referring now to the attached drawings which form a part 
of this original disclosure: 
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2 
FIG. 1 is a full side elevational view of main parts of an 

electric Vehicle component mounting arrangement for an 
electric vehicle in accordance with a first embodiment; 

FIG. 2 is a full top plan view of the main parts of the electric 
vehicle component mounting arrangement illustrated in FIG. 
1 in accordance with the first embodiment; 

FIG. 3 is a top, front, left side perspective view of the 
arrangement of the main constituent features inside the motor 
room of the electric Vehicle component mounting arrange 
ment in accordance with the first embodiment; 

FIG. 4 is a top, front side perspective view of the arrange 
ment of the main constituent features inside the motor room 
of the electric Vehicle component mounting arrangement in 
accordance with the first embodiment; 

FIG. 5 is a top, front, left side perspective view of the 
arrangement of the main constituent features inside the motor 
room of the electric Vehicle component mounting arrange 
ment in accordance with the first embodiment; 

FIG. 6 is a longitudinal cross sectional view of the arrange 
ment of the main constituent features inside the motor room 
of the electric Vehicle component mounting arrangement in 
accordance with the first embodiment; 

FIG. 7 is a top, front, left side perspective view of the 
component mounting frame member used in the electric 
vehicle component mounting arrangement in accordance 
with the first embodiment; 

FIG. 8 is a top plan view of the arrangement of the main 
constituent features inside the motor room of the electric 
vehicle component mounting arrangement in accordance 
with the first embodiment; 

FIG. 9 is a top, rear, right side perspective view of the 
converter, the inverter and the wiring structure of the electric 
vehicle component mounting arrangement in accordance 
with the first embodiment; 

FIG.10 is a front elevational view of the arrangement of the 
main constituent features inside the motor room of the elec 
tric vehicle component mounting arrangement in accordance 
with the first embodiment; 

FIG. 11 is a left side elevational view of the arrangement of 
the main constituent features inside the motor room of the 
electric vehicle component mounting arrangement in accor 
dance with the first embodiment; 

FIG. 12 is a top, front, left side perspective view of the 
wiring connected to the converter of the electric vehicle com 
ponent mounting arrangement in accordance with the first 
embodiment; 

FIG. 13 is a top, left side perspective view of the arrange 
ment of the main constituent features in the motor room of the 
electric vehicle component mounting arrangement in accor 
dance with the first embodiment; 

FIG. 14 is a top, front, right side perspective view of the 
electric Vehicle component mounting arrangement with the 
compressor mounted to the motor unit housing in accordance 
with the first embodiment; and 

FIG. 15 is a front, left side perspective view of the arrange 
ment of the main constituent features in the motor room of the 
electric vehicle component mounting arrangement in accor 
dance with the first embodiment. 

DETAILED DESCRIPTION OF THE 
EMBODIMENTS 

Selected embodiments will now be explained with refer 
ence to the drawings. It will be apparent to those skilled in the 
art from this disclosure that the following descriptions of the 
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embodiments are provided for illustration only and not for the 
purpose of limiting the invention as defined by the appended 
claims and their equivalents. 

Referring initially to FIGS. 1 and 2, a portion of an electric 
vehicle is illustrated with an electric vehicle component 
mounting arrangement in accordance with a first embodi 
ment. FIG. 1 is a side elevational view of main parts of the 
electric Vehicle component mounting arrangement in accor 
dance with the first embodiment. FIG. 2 is a top plan view of 
the main parts of the electric Vehicle component mounting 
arrangement in accordance with the first embodiment. In the 
figures, an arrow FR indicates a frontward direction of the 
vehicle, an arrow UP indicates an upward direction of the 
vehicle, and an arrow L indicates a leftward direction of the 
vehicle. 
As used herein to describe the embodiment(s), the follow 

ing directional terms “forward”, “rearward”, “above'. 
“downward”, “vertical”, “horizontal”, “below' and “trans 
verse' as well as any other similar directional terms refer to 
those directions of a vehicle on flat, level ground and 
equipped with the electric Vehicle component mounting 
arrangement. Accordingly, these terms, as utilized to describe 
the present invention should be interpreted relative to a 
vehicle equipped with the electric Vehicle component mount 
ing arrangement on flat, level ground. 
An overview of the electric Vehicle component mounting 

arrangement in accordance with the first embodiment will 
now be explained with reference to FIGS. 1 and 2. As shown 
in FIGS. 1 and 2, the vehicle is equipped with a motor unit 10, 
a drive power supply battery 20, a charger 30, a converter 40, 
an inverter 50, and a pair of charging ports 60. Generally, the 
electric vehicle component mounting arrangement includes 
the motor unit 10, the inverter 50 and the converter 40, which 
are arranged in a motor room ER. The motor unit 10 serves as 
a drive source. The inverter 50 supplies a drive current to the 
motor unit 10. 
As shown in FIG. 3, the inverter 50 is arranged above the 

motor unit 10 in a vertical direction of a vehicle such that a 
vertical space 250 exists directly in-between the inverter 50 
and the motor unit 10. Also the inverter 50 is positioned 
horizontally outward with respect to the converter 40 in a 
longitudinal direction of the vehicle. In other words, the 
inverter 50 extends in the longitudinal vehicle direction from 
the converter 40 in a cantilever arrangement. The converter 40 
extends in a vertical direction of the vehicle such that a por 
tion of the converter 40 overlaps with the space 250 existing 
between the inverter 50 and the motor unit 10 as viewed in the 
longitudinal vehicle direction. A charging port 60 is provided 
in a position located horizontally outward with respect to the 
inverter 50 in a longitudinal direction of the vehicle and 
electrically connected to the converter 40 by a harness 103 
arranged in the space 250. 
As shown in FIGS.5 and 6, the motor unit 10, the converter 

40 and the inverter 50 are arranged in a motor room ER that is 
provided in a frontward portion of the vehicle. The motor unit 
10 mainly includes a motor unit housing 11 (shown in FIG.3) 
that houses a motor M(see FIG. 6) and a gear mechanism (not 
shown). The motor M serves as a drive source that rotates the 
gear mechanism. The gear mechanism is configured to reduce 
a rotational speed of the motor M and transfer the rotation of 
the motor M to left and right axles 12 (see FIG. 5). The motor 
M can also be used as a generator in addition to serving as a 
drive source for driving the vehicle. 
The drive power supply battery 20 is arranged under a floor 

of a passenger cabin RM of the vehicle (see FIGS. 5 and 6). 
The drive power supply battery 20 includes a secondary bat 
tery, a control circuit and a cooling device. The secondary 
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battery constitutes a battery module. The control circuit con 
trols charging and discharging of the battery module. In this 
embodiment the secondary battery is a lithium ion battery, but 
it is also acceptable to use a nickel cadmium battery, a nickel 
hydrogen battery, or other rechargeable battery. 
The charger 30 is a device that coverts alternating current 

Supplied from an external AC power Source, e.g., a household 
power outlet, into direct current for charging the drive power 
supply battery 20. The charger 30 is arranged inside a trunk 
room (not shown) located rearward of the passenger cabin 
RM (see FIGS.5 and 6) and connected to both the drive power 
supply battery 20 and the charging ports 60. 

In the illustrated embodiment, the converter 40 is a DC/DC 
converter. The converter 40 serves to step up the voltage of a 
current supplied from the drive power supply battery 20. The 
converter 40 delivers the stepped up current to the inverter 50 
when the motor M is operated as a drive motor. Meanwhile, 
the converter steps down the Voltage of a current Supplied 
from the inverter 50 and supplies the stepped down current to 
the drive power supply battery 20 when the motor M is oper 
ated as a generator. 

Switching of the inverter 50 is controlled by PWM control 
such that the inverter 50 converters a direct current supplied 
from the converter 40 into a three-phase alternating current 
and feeds the alternating current to the motor M when the 
motor M is operated as a drive motor. Meanwhile, the inverter 
50 is controlled such that it converts a three-phase alternating 
current supplied from the motor Minto a direct current and 
feeds the direct current to the converter 40 when the motor M 
is operated as a generator. 
As shown in FIG. 4, the charging ports 60 are arranged on 

a front portion of the vehicle in a position located above a 
front bumper 20 and substantially midway along a widthwise 
direction of the vehicle. The charging ports 60 include a 
high-speed charging port 61 and a household charging port 
62. These ports are opened and closed by a lid not shown in 
the figures. The high-speed charging port 61 is used for con 
necting to a high-speed charger, i.e., and external high-volt 
age DC power source (not shown). The high-speed charging 
port 61 is connected to the converter 40 with a high-voltage 
DC charging harness 103. The household charging port 62 is 
used to connect to an external AC power source, e.g., a house 
hold outlet supplying 100 to 200 volts. The household charg 
ing port 62 is connected to the charger 30 with an AC charging 
harness 101. 

Referring now to FIGS. 5 and 6, the body structure of a 
frontward portion of the vehicle body will now be briefly 
explained. FIG. 5 shows a structure of a frontward portion of 
a vehicle body 200 having a motor room ER arranged in, front 
of the passenger cabin RM. The motor room ER and the 
passenger cabin RM are separated by a dash lower panel 210 
as shown in FIG. 6. A cowl top panel 211 is welded to an upper 
portion of the dash lower panel 210. An extension cowl top 
panel 212 is fastened to the dash lower panel 210. An upper 
side of the motor room ER is covered with a hold panel 220. 
As shown in FIG. 5, side members 231 and 232 are arranged 
on left and right sides of the motor room ER. The side mem 
bers 231 and 232 extend in the longitudinal direction of the 
vehicle. Afender panel 233 or 234 is provided integrally on an 
outward side of each of the side members 231 and 232. 
A Support structure Supporting the motor unit 10, the con 

verter 40 and the inverter 50 will now be explained. The motor 
unit 10 is supported on the vehicle body 200 in an elastic 
fashion through a suspension member 70. The converter 40 
and inverter 50 are fixed to the vehicle body 200 through a 
component mounting frame member 240. In the illustrated 
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embodiment, the suspension member 70 is a dual elastic 
Support structure that is used to support the motor unit 10 on 
the vehicle body 200. 

The suspension member 70 is arranged between the motor 
unit 10 and the vehicle body 200. The suspension member 70 
serves as a member, which a vehicle Suspension (not shown) 
is mounted. As shown in FIG.3, the suspension member 70 is 
a Substantially-square shaped frame made of metal having a 
box-like cross sectional shape. The four corner portions of the 
suspension member 70 are elastically supported on a bottom 
surface of the vehicle body 200 through insulators 71. Each of 
the insulators 71 includes a shaft and an outer cylinder ori 
ented in a vertical direction of the vehicle and an elastic 
material disposed between the shaft and the outer cylinder. 
The Suspension member 70 also functions to support a sus 
pension apparatus (not shown). Rubber is used as the elastic 
material in this embodiment, but it is also acceptable to use 
silicon, nylon, or another elastic material. 
The motor unit 10 is elastically supported on the suspen 

sion member 70 in three places through a pair of side mount 
ing members 72 and a rear mounting member 73. The mount 
ing members 72 and 73 are similar to engine mounts in that 
they prevent vibrations occurring when the motor M is driven 
from being transmitted to the vehicle body 200. The mount 
ing members 72 and 73 suppress changes to the orientation of 
the motor unit 10 occurring due to input from a road Surface 
and in reaction to torque generated by the motor M. The two 
side mounting members 72 elastically support the motor unit 
10 at two positions located on the left and right sides of the 
motor unit 10 and comparatively closer to the frontward side 
of the motor unit 10. Each of the side mounting members 72 
includes a shaft and an outer cylinder oriented in a vertical 
direction of the vehicle and has the aforementioned elastic 
material disposed between the shaft and the outer cylinder. 
The rear mounting member 73 elastically supports arearward 
end portion of the motor unit 10 at a position located substan 
tially midway across the motor unit 10 in a widthwise direc 
tion of the vehicle. The rear mounting member 73 includes a 
shaft and an outer cylinder oriented in a horizontal direction 
of the vehicle. The rear mounting member 73 has its elastic 
material disposed between the shaft and the outer cylinder. 
The motor unit housing 11 is made of aluminum and is 

electrically grounded to the vehicle body 200. 
The Support structure provided by the component mount 

ing frame member 240 for supporting the converter 40 and the 
inverter 50 will now be explained based on FIGS. 5, 7 and 8. 
As shown in FIG. 7, the component mounting frame member 
240 includes a front cross frame member 241, a rear frame 
member 242 and a lower cross frame member 243. Each of 
the frame members 241 to 243 has a substantially U-shaped 
transverse cross section. Each of the frame members 241 to 
243 is arranged along a widthwise direction of the vehicle in 
the motor room ER. Fastening sections 241a, 241b, 243a, and 
243b are provided on widthwise end portions of the front 
cross frame member 241 and the lower cross frame member 
243. Each of the fastening sections 241a, 241b, 243a, and 
243b has a weld nut (not shown) configured to be fastened to 
the side member 231 or 232 with a bolt. 

The front cross frame member 241 further includes an 
inverter support section 241c and a curved section 241d. The 
inverter Support section 241c spans rightward from a middle 
portion of the front cross frame member 241. The inverter 
Support section 241c is arranged at Such a height that it Sup 
ports the inverter 50. The curved section 241d extends left 
ward from the inverter support section 241c. The curved 
section 241d curves downward toward the fastening section 
241a. 
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6 
The lower cross frame member 243 has a substantially 

linear shape. The lower cross frame member 243 is arranged 
at Substantially the same height as the fastening section 241a 
of the left-hand end of the front cross frame member 241. The 
lower cross frame member 243 is connected to the curved 
section 241d of the front cross frame member 241 by an 
onboard electronics battery support bracket 244. The onboard 
electronics battery Support bracket 244 is configured to Sup 
port a low-voltage battery (not shown) serving as a power 
Supply for onboard electronics. 
The rear frame member 242 is arranged higher than the 

lower cross member and at Substantially the same height as 
the inverter support section 241c. The rear frame member 242 
is connected to the lower cross frame member 243 by two leg 
brackets 245. The two leg brackets 245 are arranged on left 
and right end portions of the rear frame member 242. The rear 
frame member 242 is connected to the front cross frame 
member 241 by a connecting bracket 246 that extends in the 
longitudinal direction of the vehicle. 
The component mounting frame member 240 is fastened to 

the vehicle body 200 at the fastening sections 241a, 241b, 
243a, and 243b. The fastening sections 243a and 243b on the 
left and right ends of the lower cross frame member 243 and 
the fastening section 241a on the left end of the front cross 
frame member 241 are arranged at the same height as the left 
and right side members 231 and 232. The fastening sections 
243a and 243b of the lower cross frame member 243 and the 
fastening section 241a of the front cross frame member 241 
are fastened to the side members 231 and 232. Meanwhile, the 
fastening section 241b on the right end of the front cross 
frame member 241 is arranged higher than the side member 
231 in avertical direction of the vehicle. The fastening section 
241b of the front cross frame member 241 is fastened to a 
support bracket 235 that is welded to the side member 231 and 
the fender panel 233. 
The connecting bracket 246 and the onboard electronics 

battery Support bracket 244 are configured to have such 
lengths that a distance from the front cross frame member 241 
to the rear frame member 242 and the lower cross frame 
member 243 in a longitudinal direction of the vehicle is 
substantially the same as a dimension of the inverter 50 ori 
ented in the longitudinal direction of the vehicle. 
As shown in FIG. 3, the inverter 50 has an overall shape of 

a rectangular box. In other words, the inverter 50 is a gener 
ally rectangular box having a dimension W1 in the widthwise 
direction of the vehicle, a dimension L1 in the longitudinal 
direction of the vehicle, and a dimension H1 in the vertical 
direction of the vehicle. In the illustrated embodiment, the 
relative dimensions of the inverter 50 preferably have a 
dimensional relationship of W1DL1>H1. As shown in FIG. 8, 
the longitudinal dimension L1 is Substantially the same as the 
distance between the frame members 241 and 242 in the 
longitudinal direction of the vehicle. The inverter 50 is fas 
tened with bolts to the front cross frame member 241 at two 
locations (left and right) on a frontward side and to the rear 
frame member 242 at two locations (left and right) on a 
rearward side. The inverter 50 is arranged rightward of center 
in the widthwise direction of the vehicle. 
The inverter 50 is supported on the component mounting 

frame member 240 as explained above, and, as shown in FIG. 
6. In particular, the inverter 50 is arranged such that the space 
250 exists directly above the motor unit 10 in the vertical 
direction, with the space 250 being unobstructed between the 
motor unit 10 and the inverter 50 in the vertical vehicle 
direction. The inverter 50 is configured and arranged such that 
substantially no portion thereof protrudes horizontally 
beyond a region directly above the motor unit 10 in the lon 
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gitudinal (frontward or rearward) vehicle direction of the 
vehicle. In particular, a frontward edge position of the inverter 
50 is arranged more rearward than a frontward edge position 
of the motor unit 10 (see FIG. 13). The inverter 50 is also 
configured and arranged such most of the inverter 50 exists 
within a region directly above the motor unit 10 in the vehicle 
widthwise direction of the vehicle such that the inverter 50 is 
in a generally middle position with respect to the vehicle 
widthwise direction of the vehicle. The inverter 50 is hori 
Zontally separated from the left and right fender panels 233 
and 234 (see FIG. 8) in the vehicle widthwise direction. 
As shown in FIG. 6, the converter 40 is arranged between 

the inverter 50 and the dash lower panel 210. The converter 40 
is fastened with bolts (not shown) to a pair of converter 
support brackets 247 (see FIG. 5). Additionally, as shown in 
FIG. 3, the converter 40 has an overall shape of a thin rectan 
gular box. In other words, the converter 40 is a generally 
rectangular box having a dimension W2 in a widthwise direc 
tion of the vehicle, a dimension L2 in a longitudinal direction 
of the vehicle, and a dimension H2 in a vertical direction of 
the vehicle. In the illustrated embodiment, the relative dimen 
sions of the converter 40 preferably have a dimensional rela 
tionship of W2-H2>L2. The converter 40 is thus arranged in 
a vertical, widthwise standing orientation. The converter 40 is 
arranged and configured such that a topmost edge of the 
converter 40 is slightly lower than a topmost edge of the 
inverter 50. Also a bottom most edge of the converter 40 is 
lower than a bottommost edge of the inverter 50 and slightly 
higher than the motor unit 10. The bottom most edge of the 
converter 40 is also arranged to be slightly lower than a 
bottom edge of the dash lower panel 210. A floor tunnel 
section 217 (described later) is formed on the dash lower 
panel 210 at a position rearward of the converter 40. Abot 
tommost edge position of the floor tunnel section 217 is 
comparatively high. The floor tunnel section 217 serves as a 
passage for exhaust piping in a vehicle having an internal 
combustion engine as a power source. The vehicle body 200 
of the vehicle depicted in the first embodiment is configured 
such that it can be used in eitheran electric vehicle or a vehicle 
having an internal combustion engine as a power source. 

The converter 40 has a forwardly facing front face 40? with 
a portion that is lower than the rear frame member 242. This 
portion of the front face 40f of the converter 40 faces the space 
250. Thus, this portion of the front face 40?ofthe converter 40 
is hereinafter called the “space facing portion 40a.” As shown 
in FIG. 4, the space facing portion 4.0a and the charging ports 
60 are positioned with respect to the widthwise direction of 
the vehicle such that they overlap (at least partially aligned) in 
the longitudinal direction of the vehicle as viewed from either 
above the vehicle or the front of the vehicle. 
As shown in FIG. 8, the converter 40 is arranged in a 

substantially middle position with respect to the widthwise 
direction of the vehicle such that it overlaps (at least partially 
aligned) with the floor tunnel section 217 and the drive power 
supply battery 20 (see FIG. 2) in a longitudinal direction of 
the vehicle when viewed from above the vehicle. 
A rearward space 260 is provided between the converter 40 

and the dash lower panel 210. A planar contact portion 41 is 
formed in a rearward face 40b of the converter 40 such that a 
Surface of the planar contact portion 41 is substantially par 
allel to the dash lower panel 210. As shown in FIG. 9, the 
planar contact portion 41 spans across approximately three 
fourths of the total width of the converter 40 in the widthwise 
direction of the vehicle. 
As shown in FIG. 6, a receiving Surface 214 arranged and 

configured to be substantially parallel to the planar contact 
portion 41 is formed on the dash lower panel 210 in a position 
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8 
facing the planarcontact portion 41 in alongitudinal direction 
of the vehicle. A reinforcing member 215 is joined to the dash 
lower panel 210 at a position corresponding to the receiving 
surface 214 such that the dash lower panel 210 is reinforced 
with a box-like cross sectional structure. 
The converter 40 and the inverter 50 are arranged to be 

spaced horizontally from the left and right fender panels 233 
and 234 of the vehicle body 200 in the widthwise direction of 
the vehicle Such that a steering column and a brake master 
cylinder can be installed in a space between the fender panels 
233 and 234 regardless of whether the vehicle is designed to 
have the steering wheel on the right side or the left side. 
The arrangement of other mounted components will now 

be explained. As shown in FIG. 1, a radiator 91 and a fan 
apparatus 92 are provided in a frontward space 270 located in 
a frontward end portion of the motor room ER so as to be 
arranged side by side in the longitudinal direction of the 
vehicle. The radiator 91 serves as a condenser for releasing 
heat from a vehicle air conditioning system (not shown) and/ 
or serving as a radiator of a cooling system (not shown) for 
cooling Such heat producing parts as the converter 40 and the 
inverter 50. The fan apparatus 92 blows air across the radiator 
91. As shown in FIG. 1, a front bumper 201 is arranged in 
front of the radiator 91. 
The wiring connecting the motor unit 10, the drive power 

supply battery 20, the charger 30, the converter 40, the 
inverter 50 and the charging port 60 will now be explained. As 
shown in FIG. 2, the wiring includes an AC charging harness 
101, a low-voltage DC charging harness 102, a high-voltage 
DC charging harness 103 and a low-voltage DC electrical 
harness 104. The AC charging harness 101 serves to connect 
the household charging port 62 to the charger 30. The low 
Voltage DC charging harness 102 serves to connect the 
charger 30 to the drive power supply battery 20. The high 
Voltage DC charging harness 103 serves to connect the high 
speed charging port 61 to the converter 40. The low-voltage 
DC electrical harness 104 serves to connect the drive power 
supply battery 20 to the converter 40. Additionally, as shown 
in FIG. 9, the wiring includes a high-voltage DC electrical 
harness 105 and a three-phase AC electrical harness 106. The 
high-voltage DC electrical harness 105 serves to connect the 
converter 40 to the inverter 50. The three-phase AC electrical 
harness 106 serves to connect the inverter 50 to the motor unit 
10. The harnesses 101 to 106 are covered with a pliable cover 
to insulate them and protect them external damage. In this 
embodiment, the cover is made of a foamed body containing 
an insulating Substance. 
The arrangement and structure of each of the harnesses 101 

to 106 will now be explained. The AC charging harness 101 is 
connected between the household charging port 62 arranged 
on a frontward end of the vehicle and the charger 30 arranged 
in a rearward portion of the vehicle. As shown in FIG. 1, the 
AC charging harness 101 spans across the motor room ER in 
a longitudinal direction of the vehicle, passes through the 
floor tunnel 217 (see FIG. 11), and passes above the drive 
power supply battery 20 before reaching the charger 30. As 
shown in FIG. 11, in this arrangement, the AC charging har 
ness 101 passes next to (left side of) the space 250 between the 
motor unit 10 and the inverter 50 in the motor room ER. The 
AC charging harness 101 extends in a generally linear form 
and diagonally downward toward the floor tunnel section 217 
that opens at a lower portion of the dash lower panel 210. As 
shown in FIGS. 2 and 4, with respect to the widthwise direc 
tion of the vehicle, the AC charging harness 101 is displaced 
in a leftward direction of the vehicle so as to pass by a left side 
of the converter 40 and then passes through the floor tunnel 
217. Since the household charging port 62 is located at a left 
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edge portion of the space facing portion 4.0a as viewed in the 
longitudinal vehicle direction, an amount by which the AC 
charging harness 101 is displaced in a widthwise direction of 
the vehicle in order to go around the converter 40 is held to a 
minimum. 
The high Voltage DC charging harness 103 spans across the 

space 250 in the longitudinal direction of the vehicle as the 
high voltage DC charging harness 103 extends from the high 
speed charging port 61 toward a charging connector 40c 
provided on the space facing portion 4.0a of the converter 40. 
As shown in FIG. 11, the charging connector 40c is 

arranged at the same height as the charging port 60. As shown 
in FIG. 4, the charging connector 40c is positioned in a 
widthwise direction of the vehicle such that the charging 
connector 40c partially overlaps with the charging port 60 as 
viewed in the longitudinal direction of the vehicle. Thus, the 
high-voltage DC current charging harness 103 undergoes 
little vertical displacement in the vertical direction of the 
vehicle. Also as shown in FIG.4, the high-voltage DC current 
charging harness 103 is generally linear with little lateral 
displacement in a widthwise direction of the vehicle. 
As shown in FIG. 6, the low-voltage DC electrical harness 

104 is connected to a first converter connector 42 provided on 
a bottom side of the converter 40. As shown in FIG. 9, the 
low-voltage DC electrical harness 104 extends diagonally 
downward from the position where the low-voltage DC elec 
trical harness 104 connects to the converter 40. Form the 
converter 40, the low-voltage DC electrical harness 104 
passes rearward through the floor tunnel 217. The first con 
verter connector 42 of the converter 40 is arranged lower than 
a bottom most edge of the dash lower panel 210 where the 
floor tunnel section 217 is formed. The first converter con 
nector 42 and the low-voltage DC electrical harness 104 are 
arranged lower than the dash lower panel 210 in the vertical 
direction of the vehicle. 
As shown in FIG.9, one end of the high-voltage DC elec 

trical harness 105 is connected to a second converter connec 
tor 43 provided on a right side portion of the converter 40. 
From the second converter connector 43, the high-voltage DC 
electrical harness 105 extends diagonally upward and front 
ward over a right-hand end of the rear frame member 242. The 
other end of the high-voltage DC electrical harness 105 con 
nects to a first inverter connector 53 provided on a right side 
portion of the inverter 50 (see FIG. 8). 
As shown in FIG. 13, the three-phase AC electrical harness 

106 is connected between a second inverter connector 54 and 
a motor unit connector 14. The second inverter connector 54 
is provided on a bottom portion of a left-hand end of the 
inverter 50. The motor unit connector 14 is provided in a 
rightward and rearward position on an upper portion of the 
motor unithousing 11. Thus, the second inverterconnector 54 
is arranged rearward of the front cross frame member 241. 
The motor unit connector 14 is arranged rearward of an air 
conditioning compressor 80 that is fixed to the motor unit 
housing 11 (described later). The three-phase AC electrical 
harness 106 is connected to both of the connectors 54 and 14, 
and passes diagonally through the space 250 between the 
motorunit 10 and the inverter 50 in such a fashion as to extend 
from an upper, rightward, frontward portion of the space 250 
to a lower, leftward, rearward portion of the space 250. Thus, 
the phase AC electrical harness 106 has vertical, transverse, 
and longitudinal directional components with respect to the 
space 250. 
The compressor 80 is mounted inside the space 250 in a 

position frontward of the motor unit connector 14 of the 
motor unit housing 11. The compressor 80 is used to com 
press a refrigerant of an air conditioning system (not shown in 
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10 
the figures). As shown in FIG. 14, the compressor 80 is 
attached to the motor unit housing 11 by being fastened to a 
support bracket 81. The support bracket 81 is fastened to an 
upper, frontward, leftward portion of the motor unit housing 
11. The housing of the compressor 80 and the support bracket 
81 are made of aluminum. The support bracket 81 is fastened 
to the motor unit housing 11 with metal fasteners such that 
they are grounded to the vehicle body 200 through the motor 
unit housing 11. 

Additionally, a compressor harness 107 electrically con 
nects the converter 40 to the compressor 80. The compressor 
harness 107 extends from the converter 40 to the compressor 
80 as shown in FIGS. 4 and 15. The compressor harness 107 
serves to supply electric current to the compressor 80. The 
compressor harness 107 is partially covered by a protector 82 
having a generally L-shaped cross sectional shape. The pro 
tector 82 is arranged and configured to cover a portion of the 
compressor harness 107. A first portion of the protector 82 is 
arranged across at least part of a front side of the compressor 
80. A second portion of the protector 82 bends around a side 
of the compressor 80 facing toward a central portion of the 
vehicle. Thus, the protector 82 covers at least part of a width 
wise end of the air conditioning compressor and at least part 
of the front side of the air conditioning compressor 
As shown in FIG. 11, the compressor 80 is attached to the 

motor unit 10 such that a frontward end portion of the com 
pressor 80 is arranged farther rearward than a frontward end 
portion of the motor unit 10. As shown in FIG. 10, a rightward 
end portion of the compressor 80 is arranged farther inward 
(rightward) than a rightward end portion of the motor unit 10. 
In the first embodiment, the entire cast housing of the com 
pressor 80 is arranged farther inward than the rightward end 
portion of the motor unit 10. The portion of the compressor 80 
that protrudes beyond the rightward end portion of the motor 
unit 10 is a resin cover in which electrical circuitry is housed. 

Operational effects of the first embodiment will now be 
explained. During diving, the motor unit 10 is Supported on 
the vehicle body 200 through the suspension member 70 with 
a dual elastic Support structure at least partially formed by the 
mounting members 72 and 73 and the insulators 71. Thus, 
vibrations generated by the operation of the compressor 80 
are doubly prevented from being transmitted to the vehicle 
body 200 by the dual elastic support structure. 

During a front collision, when a front side of the vehicle 
body 200 undergoes rearward deformation, the radiator 91 
and the fan apparatus 92 move rearward. As the vehicle body 
200 deforms farther rearward, the motor unit 10, the inverter 
50 and the component mounting frame member 240 support 
ing the motor unit 10 and the inverter 50 also move rearward. 
When this occurs, the converter 40 also moves rearward along 
with the component mounting frame member 240. Since a 
front end portion of the compressor 80 is arranged in substan 
tially the same position as a frontend portion of the motor unit 
10, the motor unit 10 and the compressor 80 receive an 
imparted load caused by the rearward deformation of the 
vehicle body 20 at substantially the same time. Consequently, 
more deformation of the vehicle body 200 is allowed than 
with a component mounting structure in which the compres 
sor 80 protrudes beyond the motor unit 10 in a frontward 
direction and more of the imparted load resulting from the 
deformation can be absorbed. 

Since the load is imparted to the compressor 80 and the 
motor unit 10 at substantially the same time, it is less likely 
that the compressor 80 will become detached from the motor 
unit 10. In other words, the compressor 80 and motor unit 10 
can move as an integral unit during a front collision. As a 
result, the three-phase AC electrical harness 106 is protected 
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by the compressor 80 from contact with portions of the 
vehicle frame 200 and mounted component parts located 
frontward of the compressor 80. In this way, the three-phase 
AC electrical harness 106 is protected from damage. 

Additionally, the high-voltage DC electrical harness 105 is 
arranged on a side portion of the inverter 50 in a position 
farther rearward than a frontward end portion of the inverter 
50 and rearward of the front cross frame member 241. Con 
sequently, the high-voltage DC electrical harness 105 is pro 
tected against damage because rearward movement of por 
tions of the vehicle frame 200 and mounted component parts 
located frontward of the high-voltage DC electrical harness 
105 is inhibited by the front cross frame member 241 and the 
inverter 50. 

Since the high-voltage DC electrical harness 105 is 
arranged farther toward a middle portion of the vehicle than 
the inverter 50 and a rightward end portion of the support 
frame, deformation of the vehicle body 200 caused by a load 
imparted from a right side of the vehicle is born by the inverter 
50 and the component mounting frame member 240. As a 
result, the high-voltage DC electrical harness 105 is protected 
against damage in the case of a collision occurring on the right 
side of the vehicle. 
The behavior of the converter 40 during a frontal collision 

of the vehicle will now be explained. When the converter 40 
collides against the dash lower panel 210 due to a frontal 
collision of the vehicle, the planar contact portion 41 of the 
converter 40 hits against the receiving surface 214 of the dash 
lower panel 210 in a planar fashion. As a result, the load is 
more dispersed and the housing of the converter 40 can be 
better protected against damage than if the converter 40 con 
tacted the dash lower panel 210 at a single point, along a line, 
or in another localized fashion. 
None of the connectors 14, 42, 43, 53, and 54 or the har 

nesses 101 to 107 is arranged in the rearward space 260 
existing between the rearward face 40b of the converter 40 
and the dash lower panel 210. As a result, the connectors 14, 
42, 43, 53, and 54 and the harnesses 101 to 107 can be 
protected from damage when the rearward face 40b of the 
converter 40 contacts the dash lower panel 210. 

Effects exhibited by an electric vehicle component mount 
ing structure according to the first embodiment will now be 
presented in list form. 

(a) The converter 40 is arranged between the inverter 50 
and the dash lower panel 210 and close to the drive power 
supply battery 20. Thus, compared to a structure in which the 
converter 40 and the inverter 50 are stacked in a vertical 
direction of the vehicle, the drive power supply battery 20 and 
the converter 40 can be arranged closer together along a 
longitudinal direction of the vehicle and the length of the 
low-voltage DC electrical harness 104 connecting the battery 
20 and the converter 40 can be shortened. By shortening the 
low-voltage DC electrical harness 104, the manufacturing 
cost and weight thereof can be reduced and the electrical 
resistance value of the low-voltage DC electrical harness 104 
can be suppressed such that an energy loss incurred when 
electric power is transferred through the low-voltage DC 
electrical harness 104 can be suppressed. Additionally, the 
task of arranging the low-voltage DC harness is simplified. 
Furthermore, compared to a structure in which the converter 
40 and the inverter 50 are stacked in a vertical direction of the 
vehicle, a vertical dimension of the structure can be Sup 
pressed and restrictions on the height of the hood panel 220 
can be reduced, thereby increasing the degree of design free 
dom. 
The converter 40 is also positioned in a widthwise direction 

of the vehicle that it overlaps with the drive power supply 
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12 
battery 20 in a longitudinal direction when viewed from 
above the vehicle, and the low-voltage DC electrical harness 
104 connects at a position where the converter 40 and the 
battery 20 longitudinally overlap each other. Consequently, 
the low-voltage DC electrical harness 104 can be arranged in 
a substantially linear form with less displacement in a width 
wise direction of the vehicle. For this reason, too, the length of 
the low-voltage DC electrical harness 104 can be shortened, 
the manufacturing cost and weight of the low-voltage DC 
electrical harness 104 can be reduced, an energy loss incurred 
when electric power is transferred through the low-voltage 
DC electrical harness 104 can be reduced, and the task of 
arranging the low-voltage DC electrical harness 104 can be 
simplified. 

(b) The drive power supply battery 20 is arranged below a 
floor of the cabin RM and the low-voltage DC electrical 
harness 104 is connected to a first converter connector 42 
provided on a bottom side of the converter 40. Thus, the 
vertical distance spanned by the low-voltage DC electrical 
harness 104 can be decreased in comparison with a structure 
in which the first converter connector 42 is provided on a 
vertically intermediate portion of a top portion of the con 
verter 40. As a result, the length of the low-voltage DC elec 
trical harness 104 can be shortened even further, the manu 
facturing cost and weight of the low-voltage DC electrical 
harness 104 can be reduced, and the task of routing and 
arranging the low-voltage DC electrical harness 104 can be 
simplified. 

(c) The converter 40 is generally shaped like a rectangular 
box and is arranged in a standing fashion Such that a bottom 
end portion thereof is positioned lower than the inverter 50. 
Consequently, the first converter connector 42 provided on a 
bottom portion of the converter 40 can be positioned even 
lower and a high difference between with respect to the drive 
power supply battery 20 can be reduced. As a result, the 
length of the low-voltage DC electrical harness 104 can be 
shortened, the manufacturing cost, weight, and energy loss of 
the low-voltage DC electrical harness 104 can be reduced, 
and the task of arranging the low-voltage DC electrical har 
ness 104 can be simplified. Also, by arranging the converter 
40 in a standing orientation, the center of gravity of the 
converter 40 can be lowered and the weight distribution of the 
vehicle can be improved. Moreover, the longitudinal dimen 
sion of the vehicle can be suppressed and a more compact 
component arrangement can be achieved. 

(d) The converter 40 is arranged in a standing orientation as 
explained in c) above, and the converter 40 and the inverter 50 
are arranged longitudinally such that they overlap vertically 
with the motor unit 10 in a side view. Thus, even though the 
converter 40 is arranged rearward of the inverter 50 as 
explained ina) above, the motor unit 10, the converter 40, and 
the inverter 50 can be mounted in a compact fashion. Addi 
tionally, during a front collision of the vehicle, the converter 
40 and the inverter 50 do not bear a collision load before the 
motor unit 10 and space can be secured for the vehicle body 
to deform. Similarly, no portion of the converter 40 and no 
portion of the inverter 50 protrudes beyond the motor unit 10 
in a widthwise direction of the vehicle when viewed from 
above the vehicle. As a result, space can be secured for the 
vehicle body to deform during a side collision of the vehicle. 

(e) The converter 40 and the first converterconnector 42 are 
arranged in the vertical and widthwise directions of the 
vehicle such that they overlap with a longitudinally forward 
projection of the floor tunnel section 217. Consequently, the 
low-voltage DC electrical harness 104 can be arranged to pass 
through the floor tunnel section 217 in a substantially linear 
form with little displacement in the vertical and widthwise 
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directions of the vehicle. As a result, the cost of the weight of 
and the energy loss incurred by the low-voltage DC electrical 
harness 104 can be reduced and the task of arranging the 
low-voltage DC electrical harness 104 can be simplified. 

(f) Since the converter 40 is arranged behind the inverter 50 
as explained ina) above, both the converter 40 and the inverter 
50 can be arranged to be exposed at an upper portion of the 
motor room ER. As a result, both the converter 40 and the 
inverter 50 can be worked on from above and maintenance of 
the same can be accomplished much more easily than with a 
component mounting structure in which the converter 40 and 
the inverter 50 are stacked vertically. 

(g) The converter 40 is arranged longitudinally between the 
inverter 50 and the dash lower panel 210, and the low-voltage 
DC electrical harness 104 connecting the converter 40 to the 
drive power Supply battery 20 is arranged not to pass between 
the converter 40 and the dash lower panel 210. Thus, the 
low-voltage DC electrical harness 104 is not likely to be 
pinched between the converter 40 and the dash lower panel 
210 when the vehicle undergoes a front collision and the 
vehicle body 200 deforms such that the converter 40 moves 
rearward. As a result, the low-voltage DC electrical harness 
104 can be protected against damage during a frontal colli 
S1O. 

In the first embodiment, the position where the low-voltage 
DC electrical harness 104 connects to the converter 40 is close 
to the drive power supply battery 20 and on a bottom side of 
the converter 40. Thus, the low-voltage DC electrical harness 
104 is less likely to be pinched between the converter 40 and 
other parts than it would be if it were connected to a front 
surface or a left or right lateral surface of the converter 40. As 
a result, the low-voltage DC electrical harness 104 can be 
protected against damage. 

(h) Since the converter 40 is provided with a planar contact 
portion 41 arranged to face toward and be substantially par 
allel to the dash lower panel 210, the converter 40 and the dash 
lower panel 210 contact in a planar fashion when they contact 
each other due to, for example, a collision. As a result, the 
contact load is more dispersed and the housing of the con 
verter 40 can be better protected against damage than if the 
converter 40 contacted the dash lower panel 210 at a single 
point, along a line, or in another localized fashion. 

Additionally, since a receiving Surface 214 is formed on the 
dash lower panel 210, the converter 40 and the dash lower 
panel 210 contact each other in a planar fashion more readily 
and the effectiveness with which the contact load is dispersed 
and the converter 40 is protected from damage can be 
improved. 

Since the converter 40 is arranged in a standing orientation 
and the first converter connector 42 is positioned lower than 
the inverter 50, the degree to which (amount by which) the 
first converter connector 42 and the low-voltage DC electrical 
harness 104 overlap with the dash lower panel 210 in a lon 
gitudinal direction of the vehicle can be suppressed in com 
parison with a structure in which the converter 40 and the 
inverter 50 are arranged at the same height. As a result, when 
the converter 40 and the dash lower panel 210 contact each 
other due to a frontal collision of the vehicle, the first con 
verter connector 42 and the low-voltage DC electrical harness 
104 are less likely to be pinched between the dash lower panel 
210 and other mounted components and the low-voltage DC 
electrical harness 104 can be even better protected against 
damage. 

Additionally, in the first embodiment, the first converter 
connector 42 and the low-voltage DC electrical harness 104 
are arranged lower than a top edge of the floor tunnel section 
217 such that they do not overlap with the dash lower panel 
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210 at all in a longitudinal direction of the vehicle when 
viewed from a side of the vehicle. As a result, the first con 
verter connector 42 and the low-voltage DC electrical harness 
104 do not get pinched between the converter 40 and the dash 
lower panel 210 and the low-voltage DC electrical harness 
104 can be protected even more reliably against damage. 

(i) The three-phase AC electrical harness 106 connected 
between the motor unit 10 and the inverter 50 is arranged in 
the space 250 located frontward of the converter 40 and does 
not pass between the converter 40 and the dash lower panel 
210. Consequently, the three-phase AC electrical harness 106 
can be prevented from being damaged due to being pinched 
between the converter 40 and the dash lower panel 210 during 
a frontal collision of the vehicle. 

Similarly, in the first embodiment, the high-voltage DC 
electrical harness 105 connected between the converter 40 
and the inverter 50 is connected to a second converter con 
nector 43 provided on a side face of the converter 40 and first 
inverter connector 53 provided on a side face of the inverter 
50 such that it does not pass between the converter 40 and the 
dash lower panel 210. As a result, the high-voltage DC elec 
trical harness 105 can be prevented from being damaged due 
to being pinched between the converter 40 and the dash lower 
panel 210 during a frontal collision of the vehicle. 

(j) The motor unit 10 is supported on the vehicle body 200 
through the suspension member 70 with a dual elastic support 
structure and the compressor 80 is mounted to the motor unit 
10. Thus, an anti-vibration structure for the motor unit 10 and 
the Suspension apparatus also serves as an anti-vibration 
structure for the compressor 80. As a result, it is not necessary 
to provide a dedicated anti-vibration structure for the com 
pressor 80 and the component mounting structure as a whole 
can be made simpler, less expensive, lighter in weight, and 
more compact than a structure that uses a dedicated anti 
vibration structure for the compressor 80. Moreover, since an 
anti-vibration structure for the motor unit 10 and an anti 
vibration structure for the Suspension apparatus are used 
together in series as a dual anti-vibration structure, the vibra 
tion prevention performance is improved in comparison to a 
single anti-vibration structure. 

Additionally, the compressor 80 is fastened to the motor 
unit 10, which is electrically grounded to the vehicle body 
200. As a result, the compressor 80 is grounded to the vehicle 
body 200 through the motor unit 10 and it is not necessary to 
perform work specifically for grounding the compressor 80. 
Thus, the overall structure and the assembly work can be 
simplified. 

(k) The main parts of the compressor 80 are arranged 
rearward of a front end of the motor unit 10 and transversely 
inward of a rightward end of the motor unit 10. As a result, an 
amount by which the compressor 80 contacts the vehicle body 
200 before the motor unit 10 does during a frontal collision of 
a side collision of the vehicle can be held to a small amount 
and the vehicle body 200 can be ensured to deform to a larger 
degree during a collision (i.e., the vehicle body 200 can be 
provided with sufficient space to deform and absorb the 
impact of a collision). 

In the first embodiment, the entire cast housing of the 
compressor 80 is configured and arranged Such that it does not 
protrude beyond the motor unit 10 in a longitudinal direction 
or a widthwise direction, thereby enabling the aforemen 
tioned deformation space for the vehicle body 200 to be 
maximized. Furthermore, by arranging the compressor 80 in 
the space 250, the compressor 80 can be arranged in a more 
compact fashion than if it were arranged outside the space 
2SO. 
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(1) The motor unit connector 14 for connecting the three 
phase AC electrical harness 106 is arranged rearward of the 
compressor 80 (which is fixed to the motor unit 10) in the 
space 250 and the three-phase AC electrical harness 106 is 
arranged inside the space 250. As a result, during a frontal 5 
collision of the vehicle, the motor unit housing 11 and the 
compressor 80 inhibit the vehicle body 200 and mounted 
components from contacting the motor unit connector 14 and 
the three-phase electrical harness 106 and the three-phase AC 
electrical harness 106 can be protected from damage. The 10 
second inverter connector 54 where the other end of the 
three-phase electrical harness 106 is connected is also pro 
tected by the front cross member 241. Thus, the compressor 
80 and the front cross member 241 can be used to protect the 
motor unit connector 14, the second inverter connector 54, 15 
and the three-phase AC electrical harness 106 and it is not 
necessary to provide a separate protector for these parts. As a 
result, the overall structure can be simplified and the cost, 
weight, and amount of assembly work required can be 
reduced. 2O 

(m) Although the compressor harness 107 connected 
between the compressor 80 and the converter 40 is arranged to 
pass in front of the compressor 80, the frontward side of the 
compressor harness 107 is covered with a protector 82 such 
that the compressor harness 107 can be protected against 25 
damage during a frontal collision of the vehicle. It is also 
possible to arrange the compressor harness 107 in rear of the 
compressor 80 such that the compressor harness 107 is pro 
tected by the compressor 80 itself and the protector 82 can be 
eliminated. 30 

(n) The motor unit 10 is elastically supported on the vehicle 
body 200, the inverter 50 is fixed to the vehicle body 200, and 
the motor unit 10 and the inverter 50 are vertically separated 
by a space 250. Thus, the three-phase AC electrical harness 
106 connecting the motor unit 10 to the inverter 50 can be 35 
made comparatively long and an amount by which the three 
phase AC electrical harness 106 is displaced per unit length 
when the motor unit 10 is displaced with respect to the vehicle 
body 200 can be held to a small amount. As a result, the 
three-phase AC electrical harness 106 can be protected 40 
against damage resulting from gradual degradation over time 
caused by displacement of the motor unit 10. 

(o) The three-phase electrical harness 106 is connected to a 
second inverter connector 54 provided on a bottom portion of 
a left side of the inverter 50 and a motor unit connector 14 45 
provided on a upper rightward portion of the motor unit 10, 
and the three-phase electrical harness 106 is arranged to span 
diagonally in a widthwise direction and a vertical direction of 
the vehicle. Consequently, the total length of the three-phase 
AC electrical harness 106 can be made longer than if the 50 
three-phase AC electrical harness 106 were arranged to span 
solely in a vertical direction with in a space 250 having the 
same vertical dimension. As a result, when the motor unit 10 
is displaced with respect the vehicle body 200, an amount by 
which the three-phase AC electrical harness 106 is displaced 55 
per unit length in a shear direction can be held to a small 
amount and the three-phase AC electrical harness 106 can be 
protected against damage resulting from gradual degradation 
over time. 

(p) The inverter 50 is arranged vertically above the motor 60 
unit 10 with the space 250 in-between and in front of the 
converter 40. The converter 40 is positioned in a vertical 
direction of the vehicle such that a portion thereof (the space 
facing portion 40a) overlaps with the space 250 in a longitu 
dinal direction of the vehicle. The charging ports 60 con- 65 
nected to the converter 40 by the high-voltage DC charging 
harness 103 are arranged toward the front of the vehicle with 
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respect to the inverter 50. Thus, the high-voltage DC charging 
harness 103 can be arranged in a generally linear form. By 
arranging the high-voltage DC charging harness 103 in a 
generally linear form, the task of arranging the high-voltage 
DC charging harness 103 is simpler than if the high-voltage 
DC charging harness 103 were to be arranged in a curved 
form. Moreover, since the total length of a linear form is 
shorter, the manufacturing cost of the weight of and the 
energy loss incurred by the high-voltage charging harness 
103 can be reduced. 
The charging ports 60 are arranged frontward of the 

inverter 50 and rearward of and higher than the front bumper 
201. As a result, the work of connecting and disconnecting an 
external power source to and from the charging ports 60 is 
easier than if the charging ports 60 were arranged above the 
converter 40. Moreover, such an unfortunate situation as 
moving the vehicle while the external power source is still 
connected can be avoided because the connected State 
between the external power source and the charging port 60 
can be seen from the driver's seat. Moreover, damage to the 
charging ports 60 can be avoided when the vehicle undergoes 
a light frontal collision in which the impact can be absorbed 
by deformation of the front bumper 201 alone. 

(q) Since the charging ports 60 and the space facing portion 
40a are arranged at similar heights in a vertical direction of 
the vehicle, the high-voltage DC charging harness 103 can be 
arranged in a generally linear form with little displacement in 
a vertical direction of the vehicle. In particular, in the first 
embodiment, the high-speed charging port 61 and the charg 
ing connector 40c provided on the space facing portion 4.0a of 
the converter 40 are arranged at the same height and in cor 
responding positions in a widthwise direction of the vehicle 
such that they overlap in a longitudinal direction of the 
vehicle. Thus, the high-voltage DC charging harness 103 
connected between the high-speed charging port 61 and the 
charging connector 40c can be arranged in a linear form with 
little displacement in a vertical direction and little displace 
ment in a widthwise direction of the vehicle. As a result, the 
high-voltage DC charging harness 103 can be arranged in an 
even more linear form, the work of arranging it can be accom 
plished more easily, and the cost, weight, and energy loss of 
the high-voltage DC charging harness 103 can be reduced. 

In the first embodiment, the converter 40 is arranged in a 
standing orientation and the Vertical and widthwise dimen 
sions of the space facing portion 4.0a can be made large. As a 
result, there is a higher degree of freedom with respect to 
aligning the space facing portion 4.0a and the charging ports 
60 in the vertical and widthwise directions of the vehicle such 
that they overlap each other in a longitudinal direction of the 
vehicle as previously mentioned. 
The space 250 is used to ensure that the three-phase AC 

electrical harness 106 has a sufficient length to allow dis 
placement as explained in p) above, to ensure that there is 
Sufficient space to mount the compressor 80 as explained in 
m) above, and the facilitate the work of arranging the charg 
ing harnesses 101 and 103. In this way, the space inside the 
motor room ER can be used more effectively. Additionally, 
since the inverter 50 and the motor unit 10 are arranged in the 
space 250, it is more difficult for deformation of the vehicle 
body 200 to propagate into the space 250 during a vehicle 
collision. As a result, the harnesses 101, 103, 106, and 107 
arranged to pass through the space 250 are better protected 
against damage than if they were arranged outside the space 
2SO. 

Since the converter 40 and the inverter 50 are not stacked 
vertically, the space 250 can be provided with a compara 
tively large vertical dimension between the inverter 50 and the 
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motor unit 10 while suppressing the height of the motor room 
ER. As a result, the space 250 can be made to have a suffi 
ciently large vertical dimension to utilize the space of the 
motor room ER effectively as explained above while also 
Suppressing the height of the hood panel 220. 

(r) The AC charging harness 101 connected between the 
household charging port 62 and the charger 30 is arranged to 
undergo a vertical displacement as it passes through the space 
250 and to extend in a generally linear fashion with respect to 
the widthwise direction of the vehicle between the household 
charging port 62 and the floor tunnel section 217 (which is 
aligned with the household charging port 62 in a widthwise 
direction of the vehicle) except for a portion where the AC 
charging harness 101 curves around a side edgeportion of the 
converter 40. Thus, the displacements of the AC charging 
harness 101 in the vertical and widthwise directions of the 
vehicle are Suppressed and the harness 101 is arranged in a 
generally linear form. As a result, the length of the AC charg 
ing harness 101 can be shortened, the cost, weight, and energy 
loss of the same can be reduced, and the work of arranging the 
harness 101 can be accomplished more easily. Additionally, 
since the household charging port 62 is arranged facing a 
left-hand edge portion of the converter 40, the widthwise 
displacement of the AC charging harness 101 at the portion 
where it curves around the converter 40 can be kept compara 
tively small. 

While only selected embodiments have been chosen to 
illustrate the present invention, it will be apparent to those 
skilled in the art from this disclosure that various changes and 
modifications can be made herein without departing from the 
scope of the invention as defined in the appended claims. For 
example, although in the first embodiment a storage battery is 
used as the drive power Supply battery, it is also possible to 
use a capacitor or other device capable of storing electricity. 

Although in the first embodiment the motor room ER is 
arranged in front of the cabin RM, it is also acceptable to 
arrange it rearward of the cabin RM. In such a case, it is 
acceptable to provide a motor in both the front and rear of the 
vehicle instead of only the front or the rear. 

Although in the first embodiment the converter 40 and the 
inverter 50 are mounted separately, it is also acceptable for the 
converter 40 and the inverter 50 to be arranged in a single 
housing and mounted as a single unit. 

Although in the first embodiment the converter 40 is 
arranged in a standing orientation, it is acceptable for the 
converter 40 not to be arranged in a standing orientation. The 
effects resulting from shortening the low-voltage DC electri 
cal harness 104 can be obtained by arranging the converter 40 
closer to a partitioning wall than the inverter 50. Also, the 
effects resulting from shortening the low-voltage DC electri 
cal harness 104 can be obtained even if the low-voltage DC 
electrical harness 104 is not connected on a bottom side of the 
converter. Also, although in the first embodiment the con 
Verter 40 is arranged in a standing orientation in which the 
second largest dimension is oriented in a vertical direction of 
the vehicle, it is also acceptable for the converter 40 to be 
arranged such that the longest dimension is oriented in a 
vertical direction. 

Although in the first embodiment the drive power supply 
battery is arranged below a floor of the cabin RM, the inven 
tion is not limited to such an arrangement and it is acceptable 
to arrange the drive power Supply battery in another position 
So long as it is outside the motor room on the cabin side of the 
motor room. For example, the drive power supply battery 
could be arranged in a trunk room or between a seat of the 
cabin and a trunk room. 
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Thus, the foregoing descriptions of the embodiments in 

accordance with the present invention are provided for illus 
tration only, and not for the purpose of limiting the invention 
as defined by the appended claims and their equivalents. 

What is claimed is: 
1. A vehicle component mounting arrangement compris 

ing: 
a motor serving as a vehicle drive source; 
an inverter electrically connected to the motor to Supply a 

drive current to the motor, the inverter being vertically 
arranged above the motor in a vertical direction of a 
vehicle: 

a converter arranged inside a motor room of a vehicle; and 
a drive power supply battery electrically connected to the 

converter with an electrical harness, the drive power 
Supply battery being arranged outside the motor room on 
a side of the motor room that is closer to a vehicle cabin, 

the converter being further arranged between the inverter 
and the drive power supply battery with respect to a 
longitudinal direction of the vehicle, and the converter 
having an overall rectangular box shape that is arranged 
in a standing orientation with a shortest dimension of the 
rectangular box shape extending in the longitudinal 
direction of the vehicle, and another dimension of the 
rectangular box shape extending in the vertical direction 
of the vehicle, and a bottom most end of the rectangular 
box shape being positioned lower than a bottommost 
end of the inverter with respect to the vertical direction 
of the vehicle. 

2. The vehicle component mounting arrangement as 
recited in claim 1, wherein 

the drive power supply battery is arranged below a floor of 
the vehicle cabin; and 

the electrical harness is connected to a bottom side of the 
COnVerter. 

3. The vehicle component mounting arrangement as 
recited in claim 1, wherein 

the inverter and the converter are arranged with respect to 
the longitudinal direction of the vehicle such that the 
inverter and the converter overlap with a motor housing 
that houses the motor when viewed from above the 
vehicle. 

4. The vehicle component mounting arrangement as 
recited in claim 2, wherein 

the inverter and the converter are arranged with respect to 
the longitudinal direction of the vehicle such that the 
inverter and the converter overlap with a motor housing 
that houses the motor when viewed from above the 
vehicle. 

5. The vehicle component mounting arrangement as 
recited in claim 2, wherein 

the electrical harness is connected to the converter at a 
position that is lower than a partitioning wall separating 
the motor room and the vehicle cabin. 

6. The vehicle component mounting arrangement as 
recited in claim 5, wherein 

the converter includes a planar contact portion that faces 
the partitioning wall with the planar contact portion 
being parallel to the partitioning wall. 

7. The vehicle component mounting arrangement as 
recited in claim 1, wherein 

the electrical harness is connected to the converter at a 
position that is lower than a partitioning wall separating 
the motor room and the vehicle cabin. 

8. The vehicle component mounting arrangement as 
recited in claim 7, wherein 

the converter includes a planar contact portion that faces 
the partitioning wall with the planar contact portion 
being parallel to the partitioning wall. 
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9. The vehicle component mounting arrangement as 
recited in claim 3, wherein 

the electrical harness is connected to the converter at a 
position that is lower than a partitioning wall separating 
the motor room and the vehicle cabin. 

10. The vehicle component mounting arrangement as 
recited in claim 9, wherein 

the converter includes a planar contact portion that faces 
the partitioning wall with the planar contact portion 
being parallel to the partitioning wall. 

11. A vehicle component mounting arrangement compris 
ing: 

a motor serving as a vehicle drive source: 
an inverter electrically connected to the motor to Supply a 

drive current to the motor, the inverter being vertically 
arranged above the motor in a vertical direction of a 
vehicle: 
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a converter arranged inside a motor room of a vehicle; and 
a drive power supply battery electrically connected to the 

converter with an electrical harness, the drive power 
Supply battery being arranged outside the motor room on 
a side of the motor room that is closer to a vehicle cabin, 

the converter being further arranged between the inverter 
and the drive power supply battery with respect to a 
longitudinal direction of the vehicle, and the electrical 
harness being connected to the converter at a position 
that is lower than a partitioning wall separating the 
motor room and the vehicle cabin. 

12. The vehicle component mounting arrangement as 
recited in claim 11, wherein 

the converter includes a planar contact portion that faces 
the partitioning wall with the planar contact portion 
being parallel to the partitioning wall. 
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